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Abstract 
Commercial Corridor Improvements on 
Mays Street in Round Rock, Texas 
Nicole Capri Haggerty, MSCRP 
The University of Texas at Austin, 2020 
Supervisor:  Michael Oden 
Suburban cities across the United States are continuing to redevelop and revitalize 
neighborhoods and commercial areas to meet the changing needs of their communities. 
Commercial corridors, which can be characterized by retail strip centers, curb cuts and 
driveways, commercial signs, and sparse pedestrian infrastructure, have become a focus 
of revitalization efforts. In Round Rock, Texas, one of the fastest-growing cities in the 
country with a population of approximately 120,000, the City Council has recently 
become interested in improvements to one of the city’s busiest commercial corridors.  
This report focuses on a one-mile segment of Mays Street, a north-south 
commercial corridor in Round Rock, Texas. A qualitative analysis of existing conditions 
provides an understanding of the physical conditions, regulatory structure, and the 
strengths, weaknesses, opportunities, and threats for the corridor. A study of current 
literature presents best practices for community engagement, as well as ideas from 
Complete Streets, Smart Growth, and Tactical Urbanism approaches as they relate to 
vi
vii
commercial corridors. Case studies from San Antonio, McAllen, and Pearland, Texas and 
Shoreline, Washington demonstrate best practices and lessons learned that could be 
applied to the Mays Street Corridor. Key findings show that there are both physical 
planning interventions and regulatory changes that cities can use to address commercial 
corridor concerns.  
Recommendations for the Mays Street Corridor are provided based on the 
existing conditions, literature review, and case studies. If improvements are successful 
along the Mays Street Corridor are considered to be successful, the same strategies can be 
applied to other commercial corridors in Round Rock. The report concludes with a 
summary lessons learned and next steps.  
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Chapter 1: Introduction 
 
As Americans continue to migrate to major metropolitan areas, many suburban 
cities across the United States are experiencing unprecedented growth. Round Rock, Texas, 
part of the Austin-Round Rock Metropolitan Statistical Area (MSA), has been one of the 
fastest growing suburbs in the United States for the past few decades. Population 
projections indicate that the city will continue to grow at a rapid pace.  
Across the nation, suburban cities like Round Rock are trying to create innovative 
solutions to accommodate growth, while increasing quality of life for residents. One 
particular area that cities are examining is the improvement of commercial corridors. These 
corridors were often developed between downtowns and surrounding suburban 
neighborhoods to provide a quick transit route between the two areas. As American 
lifestyles have changed over the past few decades, these areas are often unwalkable, 
visually cluttered, or ill-suited for twenty-first century businesses. Cities are focusing 
revitalization efforts on commercial corridors so that they may continue to be of value to 
cities and to the people that use these corridors.  
This report will focus on Mays Street, a north-south commercial corridor that spans 
approximately four miles, parallel to Interstate Highway 35 in Round Rock. Specifically, 
this report will concentrate on a one-mile section of Mays Street between Hesters Crossing 




 Figure 1: Mays Street Corridor from Main Street to Hesters Crossing Road 
This report seeks to answer the following questions:  
• Are there successful examples of corridor revitalization in other suburban cities 
that offer important lessons for the Mays Street commercial corridor? 
• What is the history of development, land use, and future land use for parcels 
along Mays Street and its adjacent areas? 
• How can principles of New Urbanism and Complete Streets be used for the 
improvement of the Mays Street commercial corridor? 
 
The second section of the report provides the context for commercial corridor 
revitalization both at a national scale and in Round Rock. The third section of the report 
describes existing conditions for the study area, and provides a strengths, weaknesses, 
opportunities, and threats (SWOT) analysis. It also provides information about 
 3 
demographics, land use, and summaries of existing city plans. The fourth section of the 
report offers a brief literature review, explaining best practices for community engagement 
and strategies from Complete Streets, Smart Growth, and Tactical Urbanism. The fifth 
section of the report summarizes case studies from San Antonio, McAllen, and Pearland, 
Texas and Shoreline, Washington. The sixth section provides the outcome of city decisions 
thus far and provides a recommended course of action based on the existing conditions, 
literature review, and case studies. The final section is a conclusion.  
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Chapter 2: Context 
 Round Rock, Texas is a midsized city in Central Texas. It is the second largest city 
in the Austin-Round Rock Metropolitan Statistical Area (MSA), behind Austin. A majority 
of the city limits are located in Williamson County, while a small portion in the south is 
located in Travis County. The surrounding cities are also suburbs of Austin. Round Rock 
has approximately 37.7 square miles in its city limits, with an additional 26.9 square miles 
in its extraterritorial jurisdiction (ETJ).1 The city of Round Rock, a suburban city with a 
population of approximately 120,000, (put in current population)is often recognized as a 
major growth center in the  metro region. In early 2020, the Milken Institute ranked the 
Austin-Round Rock metropolitan area as number three on its annual Best Performing Cities 
list. The list tracks economic performance of metropolitan areas across the country and 
takes into account job growth, wage and salary growth, and growth domestic product 
(GDP).2 Other accolades include ranking number ten on SmartAsset’s list of top 
boomtowns in America and number ten on WalletHub’s list of fastest growing local 
economies in the nation.3 
Up until a few decades ago, Round Rock was a small, rural community. In the next 
decade, the city’s population is expected to grow from approximately 120,000 residents to 
approximately 160,000 residents within the city limits.4 The population in the city’s ETJ 
is also expected to grow by several thousand residents, creating a strong regional hub with 
 
1 Round Rock 2030, Round Rock, Texas, 2020, page 15. 
2 “Round Rock-Austin ranked No. 3 best performing city in the nation.” Round Rock, Texas, 2020. 
3 Round Rock 2030, page 15. 
4 Ibid 
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an economy independent of Austin’s. Despite this rapid growth, Round Rock frequently 
places on lists for affordability and quality of life. The city has been recognized as the best 
affordable place to live by Livability.com, the second-best place to live in America by 
Money Magazine, and one of the coolest suburbs in America by Apartment Therapy.5 
 Round Rock’s housing stock has a conventional suburban form dominated by 
single-family subdivisions. These low-density neighborhoods are made up of curvilinear 
streets with limited street connectivity and require residents to use a vehicle to access 
services, retail, and employment centers. This is partially due to the fact that in the 1950s 
Round Rock city leaders negotiated with the state’s Highway Commission to establish an 
alignment of IH 35 through the center of the city.6 Once Round Rock was connected to 
Austin via IH 35, the City quickly developed into an auto-centric suburban community.  
 Mays Street is a north-south commercial corridor in Round Rock that currently 
spans approximately four miles. The street was a part of the original plat of Round Rock 
in the late nineteenth century and served as the division between the east and west sides of 
the downtown area.7 In the 1930s, Mays Street was cosigned with Texas Highway 81. In 
the 1930s, a bridge was constructed to the immediate north of downtown over Brushy 
Creek, and extended Mays Street to the North.8 Once the bridge was complete, Mays Street 
turned into an important north-south route in the area, and people no longer had to travel 
 
5 Ibid 
6 Transportation Master Plan. Round Rock, Texas, 2017, page 20. 
7 DiGesualdo, Jane H. and Karen R. Thompson. Historical Round Rock. Eakin  
Publications, Inc.: Austin, 1985. 
8 Ibid 
 6 
long distances east or west to reach points north of downtown. As automobile traffic 
increased, commercial businesses and strip centers were built along Mays street. Today 
Mays Street is one of the city’s busiest arterial roads, seeing between 18,000 and 19,000 
vehicles per day combined northbound and southbound, see Figure 1, below.  
Redevelopment in Round Rock thus far has been focused in the downtown area. 
The city adopted a Downtown Master Plan in 2010, and a Downtown Improvement Plan 
to implement the vision for downtown development and redevelopment.9 As downtown 
successfully continues to grow and redevelop, the city has started to identify other areas of 
the city to encourage redevelopment.  
Round Rock’s City Council produces an annual strategic plan that identifies 
overarching goals for the city. Starting in 2017, the City Council started to explore options 
for commercial redevelopment.10 The City commissioned an economic development study 
from Garner Economics, LLC which is a site selection firm. The study aimed to determine 
strengths and weaknesses of the city in the context of retaining current businesses and 
attracting new businesses. The results of the study showed that gateways leading to and 
from the city could be more attractive, and older commercial centers could be enhanced.11  
The southern portion of Mays Street, which is a major gateway into downtown, was 
identified as one of the gateways that could be improved, and commercial centers along 
 
9 Downtown Master Plan. Round Rock, Texas, 2010.  
10 Strategic Plan. Round Rock, Texas, 2017.   
11 Garner Economics, LLC. “Building Upon a History of Success: An Economic  
Development Action Plan for Round Rock, Texas,” 2017. 
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the corridor could be enhanced. The study proposed general improvements for the corridor, 
including new signage, improved landscaping, and other beautification enhancements.12  
The study explained that as Round Rock continues to grow, it will be important for 
the city to ensure that older commercial centers remain relevant to businesses and 
consumers. Renaissance Square, a shopping center located along Mays Street, was 
identified as a potential redevelopment site.13 While the study indicated that Renaissance 
Square had high occupancy, it cited that its location in close proximity to downtown Round 
Rock and major employers like Dell Inc. would  provide positive attributes  for 
redevelopment.   
Following the Garner Economics, LLC study, the City Council tasked the newly 
established Community Development Division (Community Development) of Planning 
and Development Services to explore options to address declining commercial centers. 
Community Development is currently in the process of researching ways to enhance older 
commercial areas in Round Rock through façade improvements and/or corridor 
improvements.14 More recently, Community Development has selected the Mays Street 
commercial corridor as a location for a pilot project.  
The current City Council is highly aware of the projected growth for Round Rock, 
approximately 40,000 new residents in the next decade, and continuously looks for ways 
to improve city services and infrastructure for current and future residents so that the city 
 
12 Ibid  
13 Ibid  
14 Round Rock 2030, page 172. 
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can maintain a high quality of life. Many project are intended to be proactive in addressing 
future needs rather than reactive. If the Mays Street Corridor improvement project is 
successful, City Council could ask for additional corridor improvement projects, as well as 
other planning initiatives that improve city services and infrastructure. This planning effort 
by the city can benefit by a review of literature and an analysis of commercial corridor 







Chapter 3: Existing Conditions 
INTRODUCTION  
Mays Street is a north-south commercial corridor in Round Rock that currently 
spans approximately four miles. Today Mays Street is one of the city’s busiest arterial 
roads, seeing between 18,000 and 19,000 vehicles per day combined northbound and 
southbound. The corridor connects downtown Round Rock to big box retail centers, and to 
one of the largest employers in the City, Dell.15 Mays Street also connects IH-35 to 
neighborhoods to the east, particularly those located off Gattis School Road. The study 
area comprises of a one-mile segment of the Mays Street Corridor extending from the Mays 
Street railroad bridge to the north, to Hesters Crossing Road to the south. The speed limit 
is 40 miles per hour along the one-mile stretch. 
 As a city, Round Rock is focused on growth and development. The development 
process is streamlined to get construction built quickly, roads are constantly under 
construction to move people from point A to point B more quickly, and the population 
increases every day. Generally, people only want to use their personal vehicles to travel 
around Round Rock, and many commercial areas are full of chain retail stores, with large 
parking surfaces and drive-throughs. The fact that the current City Council members are 
wanting to explore options for commercial corridor improvements is a bold policy 
statement that is departure from previous policy directives that were reacting to growth by 
focusing largely on road improvements.  
 
15 Transportation Master Plan, page 41. 
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Population projections show that the population within the city limits is to grow by 
tens of thousands in the next decade, with even more growth happening in the city’s 
extraterritorial jurisdiction (ETJ). The current City council members are highly aware of 
the expected growth and are continuously looking for ways to improve city services and 
infrastructure for current and future residents so that Round Rock can offer a high quality 
of life for residents. Exploring commercial corridor improvements now, before congestion 
becomes even more of an issue, and while the city can address aesthetic issues, could offer 
a better experience for people driving on commercial corridors in Round Rock. This section 
will explore existing conditions within the study area and provide an analysis of strengths, 
weaknesses, opportunities, and threats (SWOT).    
STUDY AREA  
For the purpose of the report, existing conditions are focused on the part of Mays 
Street starting at the Mays Street Railroad Bridge. From the intersection of Mays Street 
and Main Street in downtown (the last intersection before reaching the study area) to the 
intersection of Mays Street and Logan is approximately 2300 feet. The Mays Street 
Corridor is a four-lane road, with protected sidewalks on both sides of the road, see Figure 
2. There has been some thought to design, with decorative street lighting and banner signs 
with the Downtown Round Rock logo. The bridge has been painted to reflect Baylor 
University colors. The bridge was dedicated as the Immortal Ten Bridge, in 2017 in 
remembrance of ten Baylor University students that died during an accident between a bus 
and a train in 1927.  
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 Figure 2: Mays Street Railroad Bridge, southbound 
  At the end of the Mays Street Railroad Bridge, the road expands to five lanes; there 
are two lanes of travel northbound and southbound, with a center turn lane. Sidewalks 
continue on either side of the road but are not protected from traffic past the end of the 
bridge. There are several commercial properties located between the end of the Mays Street 
Railroad Bridge to the intersection of Mays Street and Logan Street. Examples include a 
laundromat, an auto parts store, and a daycare. 
 The intersection of Mays and Logan Street has dedicated turn lanes and market 
pedestrian crossings. A parking lot for Buck Eggers Park is located off the west side of the 
intersection, and a gas station is located on the east side of the intersection. A sidewalk 
continues along southbound traffic, with pedestrian access to Buck Eggers Park. There is 
no continuous sidewalk on the northbound side of traffic after this intersection.  
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Figure 3: Mays Street and Logan Street intersection, southbound 
From the Mays Street and Logan Street intersection to the intersection of Mays 
Street and Mays Crossing Drive is approximately 850 feet. Buck Eggers Park continues 
along Mays Street for about 350 feet. There are several commercial properties located 
between this intersection and the intersection of Mays Street and Gattis School Road. 
Examples include a bank, a used car lot, and some general office space. There is also one 
multifamily complex located between these intersections.  
 
Figure 4: Lack of sidewalk near Logan Street intersection, southbound 
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Figure 6: Multifamily housing on Mays Street between Mays Crossing 
Drive and Gattis School Road 
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From the intersection of Mays Street and Mays Crossing Drive to the intersection 
of Mays Street and Gattis School Road is about 2500 feet. This is the longest stretch of the 
Mays Street Corridor within the study area and contains several multi-tenant commercial 
strip centers. Examples of businesses include an auto parts store, cellular stores, finance 
offices, insurance offices, a locksmith, a grocery store, nail salons, daycares, and long-
standing local restaurants. The Renaissance Square commercial strip center is also located 
between these intersections, with approximately 850 feet of big-box retail sited with the 
rear facing Mays Street. Blank walls, employee parking, loading docks, utilities, and waste 
are all visible from Mays, with no screening.  





There are a few residential properties along this stretch of the Mays Street Corridor. 
A large multifamily development is located on the western side of the street about halfway 
between Mays Crossing Drive and Gattis School Road. Few single family residences 
remain; only four were distinguishable as single family homes as opposed to older homes 
converted into businesses.   
Pedestrian facilities are basically nonexistent on the east side of Mays Street 
between Mays Crossing Drive and Gattis School Road. There are only a handful of sections 
that range from 10 to 20 feet in length along the entire 2500 foot section of Mays Street. 
To make matters worse, there are nineteen driveways to various businesses and residences 
that would be dangerous for pedestrians to cross.  






Figure 9: Gattis School Road intersection 
From the intersection of Mays Street and Gattis School Road to the intersection of 
Mays Street and Hesters Crossing Road is about 1,400 feet. This intersection is different 
from the other intersections along the corridor because it is not a full four-way intersection. 
Gattis School Road turns into a one-way street after crossing Mays Street to accommodate 
traffic going to the IH-35 frontage road. Northbound traffic is prohibited from turning left 
at this intersection. Also northbound, there is a dedicated right-turn lane to accommodate 
traffic turning east onto Gattis School Road. Examples of businesses along this stretch of 
the corridor include two gas stations, an autobody shop, a car wash, and a pawn shop. There 
are also two small single-family neighborhoods with entrances on the eastern side of Mays 
Street. 
The intersection of Mays Street and Hesters Crossing Road serves as a major 
intersection for traffic exiting and entering IH-35. Southbound, the intersection has two 
dedicated right-turn lanes with a traffic signal, two lanes continuing southbound to Dell 
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Way, and one left-turn lane for a hotel and gas station. This is to accommodate traffic trying 
to access the northbound IH-35 frontage road, while allowing through traffic to continue 
southbound. Westbound, the intersection has two left-turn lanes on to Mays Street, one 
lane continuing straight into the hotel and gas station, and one right-turn lane onto Mays 
Street southbound. The purpose of the two left-turn lanes onto Mays Street is to 
accommodate traffic exiting IH-35 and travelling to destinations to the east via Gattis 
School Road.  






Figure 11: Intersection of Mays Street and Hesters Crossing Road with 
dedicated two-lane right turn 
One of the most noticeable issues with the Mays Street Corridor is the lack of 
adequate pedestrian and transit facilities. The eastern side of Mays Street has virtually no 
sidewalks. The entire corridor is lacking in shade, which is important for non-vehicular 
transportation in central Texas, when summer temperatures often surpass 100 degrees. 
  Figure 12: Lack of trees and shade near Mays Street and Hesters Crossing 
 intersection 
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Pedestrian crossings are also a major issue along the Mays Street Corridor. Along 
the one-mile segment of road, there are three stoplights with pedestrian crossings, but block 
lengths make it very difficult for pedestrians to get from one side of the street to the other. 
Pedestrians needing to cross the street between intersections potentially have to walk five 
to ten minutes in either direction to reach a signal to cross, or they would have to cross 
traffic without a signal which is unsafe. Additionally, trying to reach transit stops on 
opposite sides of the street would be difficult.  
Figure 13: Map of pedestrian crossings and intersections  
 
 20 
Intersection Distance (Approximate) 
Main Street to Logan Street  2,300 feet 
Logan Street to Mays Crossing Drive 850 feet 
Mays Crossing Drive to Gattis School Road  2,500 feet 
Gattis School Road to Hesters Crossing Road 1,400 feet 
 












Data from the 2018 American Community Survey (ACS) and Esri were used for 
this report.  The specific data sets that were referenced were Race and Hispanic Origin 
and Median Home Value and Income. The study area includes three different Census 
Tracts. Census Tract 207.01 has a population of 2,367 people and comprises of 
downtown Round Rock and the western portion of the Mays Street Corridor to Hesters 
Crossing Road. The majority of people in this census tract, 58 percent, identify as 
Hispanic or Latino. About 30 percent of the people in this census tract identify as Non-
Hispanic White. Approximately one percent of the people identify as Black or African 
American, and less than one percent identify as either Asian, American Indian and 
Alaska Native, or Two or More Races. No one in the census tract identified as Native 
Hawaiian and Other Pacific Islander or some other race. The median home value in the 
census tract is 182,586 dollars, and the median household income is 51,405 dollars.  
Census Tract 207.04 has a population of 6,067 and comprises the eastern portion 
of the Mays Street Corridor from the Mays Street railroad bridge to Gattis School Road 
and extends east along Gattis School Road. About half of the population in this census 
tract, 48 percent, identifies as Non-Hispanic White. About 38 percent of the population in 
this census tract identifies as Hispanic or Latino. Approximately 5 percent identifies as 
Black or African American, and another five percent identify as two or more races. About  
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2 percent identifies as Asian, and another two percent identifies as some other race. No one 
in the census tract identified as American Indian and Alaskan Native or Native Hawaiian 
and Other Pacific Islander. The median home value in the census tract is 134,668 dollars, 
and the median household income is 53,067 dollars.  
 
Figure 16: ACS Race and Hispanic Origin by Census Tract  
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Census Tract 207.03 has a population of 11,296 and comprises the eastern portion 
of the Mays Street Corridor south of Gattis School road and extends further south and east. 
A little less than half of the population of this census tract, 44 percent, identifies as Non-
Hispanic White. About 37 percent identifies as Hispanic or Latino. Approximately 12 
percent identifies as Black or African American, and another 4 percent identifies as Asian. 
About 3 percent identifies as two or more races, and less than one percent identifies as 
American Indian and Alaska Native. No one in the census tract identified as Native 
Hawaiian and Other Pacific Islander or some other race. The median home value in the 
census tract is 186,063 dollars, and the median household income is 65,380 dollars. 
 The demographic information for these three census tracts suggests that there is 
there is a sizeable Hispanic or Latino population along the Mays Street Corridor. 
Subsequently, there is likely a large Spanish-speaking population in this area. Median 
home value for this area is relatively low, with an average of 167,772 dollars. In contrast, 
the median home value for Round Rock as a whole is 227,486. The median household 
income for this area is also relatively low, with an average of 56,617 dollars. The median 






Figure 17: Esri Median Home Value and Median Household Income 
When making decisions about improvements along the Mays Street Corridor, the 
city should be aware of potential economic impacts on households currently living in this 
area. Major improvements could raise property values, and price people out of their homes 
and businesses. Additionally, the city should ensure that any public outreach for 
improvements is offered in both English and Spanish. This would provide a greater 
opportunity for residents and business owners along the Mays Street corridor to provide 
input.  
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LAND USE  
There are several land use considerations along the Mays Street corridor that 
should be taken into account before decisions are made. These include rights-of-way 
challenges, dual frontage properties, one planned unit development (PUD), and  existing 
zoning.  
Rights-of-Way   
Rights-of-way are a challenge for any improvement projects along the Mays 
Street corridor. The rights-of-way on this segment of Mays Street only range from about 
65 feet to about 100 feet across. Such a narrow right-of-way is restrictive because it 
means very little changes can occur outside of the roadway. It is important to note, 
however, that the acquisition of additional rights-of-way is a very time consuming and 
potentially very expensive process. The city’s Transportation Master Plan includes a 
design proposal with a cross section for a four-lane arterial with off-street shared-use 
paths, which would require 120 feet of rights-of-way.16 It appears that this type of design 
has not been considered for Mays Street thus far due to the lack of space for such project.  
Dual Frontage 
Many existing properties along the Mays Street Corridor have dual frontage. Some 
of the larger commercial properties on the west side of Mays Street have frontage with both 
the IH 35 frontage road and Mays Street. This means that larger retailers often are sited 
facing IH 35 to attract more customers. The large, blank back walls of these commercial 
buildings face Mays Street, which negatively contributes to the aesthetic qualities of the 
 
16 Transportation Master Plan, page 59. 
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corridor. Several properties on the east side of Mays Street have frontage with both Mays 
Street and Cushing Drive, and are generally sited facing Mays Street.  
This has not recently caused any issues along the Mays Corridor, however if 
properties along Mays Street were to be redeveloped in the future, properties could be sited 
facing either Mays Street or Cushing Drive. This could mean that the rear side of buildings 
would either face Mays Street, contributing to the aesthetic issues with the corridor, or that 
the rear side of buildings would face a primarily residential neighborhood. Not only do 
dual frontage lots have aesthetic concerns, but there are also safety concerns associated 
with driveway placement. Adding more driveways onto Mays Street, an already busy 
corridor, would create more conflict points where cars could have accidents with other 
vehicles or pedestrians. Adding more driveways onto Cushing Drive, a two-lane residential 
street, would create congestion on a road only meant to handle local traffic. The city could 
consider some sort of zoning overlay with design criteria and landscaping requirements to 
mitigate the negative effects of back walls fronting Mays Street and Cushing Drive.  
Planned Unit Development (PUD) 
 The City of Round Rock uses planned unit developments (PUDs) to create 
customized zoning districts. A PUD can specify particular land uses or development 
standards that would otherwise not be accommodated by the City’s zoning code. These 
standards are negotiated by the City and the developer. PUDs allow for greater flexibility 
and creativity for the developer in exchange for higher quality development standards.  
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The Mays Street Corridor also contains a PUD. PUD Number 9 includes a 2.75-
acre property near the intersection of Mays Street and Mays Crossing Drive. The property 
currently contains a large surface parking lot and a vacant commercial pad site. The rear of 
the property abuts Buck Eggers Park. This PUD allows for a high-density multifamily 
residential use. A development proposal for the property was presented to City Council in 
late 2019, and a high-density multifamily residential development with an affordable 
housing component is currently in the development process.  
The development standards include minimum density, maximum building height, 
setback, parking, exterior material and design, landscaping, lighting, open space, 
pedestrian connection, and vehicular access requirements. These standards ensure that the 
developer designs a building that is sensitive to the context of the area. This will be one of 
the first high-density multifamily projects constructed in Round Rock and could 
dramatically change the Mays Street Corridor.  
Zoning:  
The Mays Street Corridor is primarily zoned for commercial development, with a 
few multifamily developments entitled and on the ground. Single-family residential areas 
are located in close proximity to the Mays Street Corridor, but not directly on Mays Street 
with the exception of a handful of single-family properties between Mays Crossing Drive 
and Gattis School Road.  
The properties closest to the Mays Street Railroad Bridge are currently zoned Light 
Industrial, however the lots are mostly vacant. Since these lots are in close proximity to 
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downtown Round Rock, it is likely that a developer would want to rezone the properties in 
the future. Any zoning changes and accompanying development would likely have an 
impact on both the volume of traffic and on the visual characteristics of the Mays Street 
Corridor. 
 
Figure 18: Zoning map  
OTHER CITY PLANS  
 
The City of Round Rock has several existing plans that potentially might help guide 
the redevelopment of the Mays Street Corridor. While the plans have some overlapping 
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content, often times various departments throughout the city have different goals, 
sometimes for the same area. This section will summarize the content of the city’s 
Transportation Master Plan, Transit Master Plan and Comprehensive Plan, and how they 
relate to the Mays Street Corridor. Coordination between various city departments and their 
respective plans is important because each department has different short- and long-range 
goals, as well as different budgets and funding sources.  
The city’s Transportation Master Plan was updated in 2017 and establishes the 
ultimate roadway network for the city. The goal of the plan is to secure “adequate rights-
of-way to meet future transportation needs for all modes, including cars, pedestrians, 
cyclists and transit.”17 The plan includes definitions of roadways, traffic safety 
information, various city transportation programs, overall transportation goals, and a list of 
future transportation projects.  
The Transportation Master Plan also contains explanations of best practices in 
transportation planning that the city would like to  undertake in the future, including context 
sensitive design, complete streets, green streets, and multimodal support.18 Round Rock 
has an existing policy of discouraging bike lanes and instead encouraging shared-use paths 
throughout the City. Existing road conditions are not very safe for cyclists. To encourage 
a stronger network for pedestrians and cyclists, the city initiated the Sidewalk Gap 
Program.19 The goal of this program is to increase safety and convenience, and to expand 
 
17 Ibid, page 5. 
18 Ibid, page 50. 
19 Ibid.  
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the city’s sidewalk system. In the plan, constructing sidewalks along Mays Street from 
Logan Street to Gattis School Road was noted as an ongoing project.  
In the Transportation Master Plan, Mays Street is recognized as a major four lane 
arterial parallel to IH 35, that runs through downtown Round Rock.20 According to the 
plan, arterials are meant to serve “high volume needs of local traffic and regional traffic” 
and have relatively high speed limits.21 The plan suggests that arterial roads should provide 
connectivity for all modes of transportation, including cyclists and pedestrians.22 On the 
Thoroughfare Plan Map, Mays Street is identified as an enhanced four-lane corridor. In a 
later section of the plan, an illustration of a four lane arterial cross section is included.  
 
Figure 19: Four lane arterial cross section from Transportation Master Plan  
 
20 Ibid, page 28. 
21 Ibid, page 26. 
22 Ibid 
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In addition to general transportation goals, the plan also identifies traffic safety 
concerns and prioritizes future improvement projects. The plan identifies the Mays Street 
Corridor as having the seventh highest crash frequency out of 25 corridors in the city.23 
Additionally, the intersection of Mays Street and Gattis School Road was identified as 
having the twenty-fourth highest crash frequency out of the top 25 corridors in the city.24 
That intersection was identified as a major intersection in need of safety improvements. In 
2017, the Mays Street Corridor from McNeil Road to Hesters Crossing Road was ranked 
the number one capital improvement project. This project was completed in 2017 and 
consisted of the addition of a northbound right-turn for vehicles turning from Mays Street 
to Gattis School Road. Additionally, a center turn lane was added for the entire corridor.  
Round Rock’s Transit Master Plan was adopted in 2015 and was the first transit 
plan for the city. At the time of the plan’s adoption, the city did not have a fixed-route 
transit service, and instead relied on an on-demand transit service. The Transit Master Plan 
identified proposed routes, and future improvements to the system from 2020 to 2025 
including increased number of trips and frequency, new routes, and extending service 
hours.25 The majority of the plan consists of a proposed capital plan, which contains 
information on vehicles, stop spacing and placement, stop amenities, future transit center 
improvements and infrastructure improvements.   
 
23 Ibid, page 33. 
24 Ibid 
25 Transit Master Plan. Round Rock, Texas, 2015. 
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Figure 20: Round Rock System Map, 2019  
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The city’s most recent comprehensive plan, Round Rock 2030, was in the adoption 
process at the time this report was published. The draft was released to the public in 
February 2020. The plan includes twelve policies to guide planning for the next decade. 
Two of the policies relate to the revitalization of the Mays Corridor. The commercial 
centers policy states: “Foster maintenance, reuse, or redevelopment of aging commercial 
centers while adapting to shifts in consumer preferences.”26 The Roadway Function policy 
states: “Enhance the function and appearance of transportation corridors while 
accommodating safe pedestrian and bicycle travel where feasible.”27 
SWOT ANALYSIS  
 
A SWOT (strengths, weaknesses, opportunities, and threats) analysis is a strategic 
planning tactic used in urban planning to help a city or organization in decision-making for 
a specific project. Typically, a SWOT analysis looks at both internal and external factors 
that could affect a project. A SWOT analysis can help to “focus urban policy activities into 
sectors with the greatest opportunities and where the city is strong, minimizing weaknesses 
and counteracting threats.”28 This type of analysis was chosen in order to ensure that both 
internal factors such as previous City Council and management policy decisions, and 
external factors such as best practices are considered. Identifying these traits early on in 
the planning process can help to provide a strong foundation for recommendations.  
 
26 Round Rock 2030, page 33. 
27 Ibid. 
28 Caves, R. W. Encyclopedia of the City. Routledge, 2004, page 653. 
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Strengths:  
• Almost all existing commercial buildings along the Mays Street Corridor are 
occupied. Vacancy is not an issue. 
• There are various types of housing located along Mays Street or in neighborhoods 
adjacent to Mays Street including single family, duplexes, multifamily, elderly, 
and low-income housing.  
• There are a handful of lots available for future development.  
• There is a public park located directly on the Mays Street Corridor.  
• There are schools and daycares located on or adjacent to Mays Street.  
• There are very few chain businesses on the corridor. Most businesses provide 
local and neighborhood retail services.  
• The population living along the Mays Street Corridor is diverse.   
Weaknesses:  
• There is a lack of adequate pedestrian infrastructure, including continuous 
sidewalks and safe crossings.  
• It is not a visually pleasing entrance into downtown Round Rock.  
• For some of the commercial strip retail centers, there is very little investment to 
improve the aesthetics of the building or the surrounding parking and pedestrian 
infrastructure.  
• Interest in this project came directly from City Council and City management, 
not from a public input process.  
• The Mays Street Corridor is narrow, and the city lacks ownership of rights-of-
way. 
• Dual-frontage properties between Mays Street and Cushing Drive could cause 





• Successful corridor improvement projects on the Mays Street Corridor could be 
applied to the northern segment of Mays Street, and to other commercial corridors 
in Round Rock.  
• Improvements could lead to a stronger connection between the community and 
downtown Round Rock.  
• Mays Street could be a multimodal corridor.  
• The connection between downtown Round Rock and Dell, Inc. could be 
strengthened by Mays Street corridor improvements.  
• The city could implement complete streets and/or green streets concepts that were 
included in the city’s 2017 Transportation Master Plan.  
 
Threats:  
• Improvements to the corridor could raise property values and increase rent for 
businesses and residents, potentially displacing residents and businesses. 
• Lack of public input for any improvement projects may mean that the city will be 
faced with backlash from residents and businesses.  
• Retail chains could be attracted by the improvements and replace neighborhood-
scale retail and services.  
 
CONCLUSION 
 In order to determine what commercial corridor improvement strategies, the city 
should use for the Mays Street Corridor, best practices and case studies should be 
consulted. By study what the literature says about commercial corridor revitalization, and 
by learning from other communities that have conducted commercial corridor projects, the 
city can apply strategies that best meet the needs based on the existing conditions. 
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Chapter 4: Literature Review  
INTRODUCTION 
This literature review is intended to provide both foundational and contemporary 
literature on corridor revitalization strategies. Ongoing scholarly research was conducted 
using the following keywords: corridor revitalization, corridor improvement, corridor 
retrofit, commercial corridor, commercial revitalization, New Urbanism, tactical urbanism, 
Complete Streets, streetscape improvement, placemaking, and community development. 
Resources were primarily accessed through the University of Texas Library and through 
recommended Urban Land Institute readings. Additional resources were accessed through 
Google Scholar. The search provided basic information on key planning ideas related to 
corridor revitalization, as well as general recommendations for cities regarding corridor 
revitalization. 
COMMERCIAL CORRIDORS IN SUBURBS 
Suburbs are often described as sprawling low-density, single-use, auto-oriented 
cities with  many commercial signs, large surface lots, minimal public transportation, and 
traffic.29 Suburbs were never really designed to provide the same services and amenities as 
urban areas; they were designed so that families could have larger homes and larger yards 
and commute into cities for work. The commercial corridors connecting downtown areas 
to the suburbs were originally designed for cars to quickly move people between their 
 
29 McMahon, Ed. “Repositioning Commercial Corridors.” ULI Presentation, 2013.   
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homes and employment centers. In the 1960s these corridors were expanded to 
accommodate more traffic, and many retail stores and restaurants opened along them.30  
Commercial corridors today can be defined by retail strip centers, numerous curb 
cuts and driveways, and “nonexistent pedestrian infrastructure.”31 Since commercial 
corridors are so auto centric, the experience that people have when visiting retail strip 
centers along commercial corridors can be described as “drive-to, complete-a-task and 
drive-away.”32 As suburban cities across the United States continue to redevelop and 
revitalize neighborhoods and commercial areas, it has become clear that commercial 
corridors may no longer be providing for the modern wants and needs of the community.  
Suburban cities across the United States are beginning to see the effects of 
demographic shifts and changes in market forces. Younger generations increasingly want 
to live in higher-density regions that can support a multimodal transportation network, and 
the retail industry has started to focus more on experiences rather than just diverse product 
sales. 33 Additionally, traffic congestion has continued to grow at an “exponential rate” 
even though major roads are being improved and expanded.34 People are looking for ways 
to get out of traffic and to shop and dine closer to their homes. 
 
30 ICF International and Freedman, Tung & Sasaki. “Restructuring the commercial strip: A  
practical guide for planning the revitalization of deteriorating strip corridors,” 2010, page 1. 
31 MacCleery, Rachel, Casey Peterson and Julie D. Stern. Shifting Suburbs, 2012, page 4.  
32 Grow Smart Maine. “Implementing the Vision: First Steps Practical Steps to Transform  
Commercial Strips Into Mixed-Use Centers,” 2013, page 18. 
33 Shifting Suburbs, page 2. 
34 Michaelson, Juliette, Gary Toth and Renee Espiau. “Great Corridors, Great Communities.” Project for 
Public Spaces, Inc., 2008, page 3. 
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Cities have a chance to “improve the quality of life for their neighborhoods, create 
new economic opportunities, and make the [retail strip centers] more attractive, more 
environmentally responsible, and more accessible to people with or without 
automobiles.”35 This can be achieved to a certain extent by improving commercial 
corridors. 
COMMUNITY ENGAGEMENT  
 Community engagement is an important step in corridor improvement projects. 
Typically, the community will have a better understanding of the corridor’s assets and 
challenges than city leaders and city staff. Through the Healthy Corridors Initiative, the 
Urban Land Institute (ULI) provides a variety of resources for communities undertaking 
corridor improvement projects. One of these resources is the “Building Healthy Corridors 
Strategy and Resource Guide, which provides a guide for (1) community engagement and 
visioning, (2) design, arts, culture, and programming, (3) infrastructure overhauls, and (4) 
financing options.36 Identifying which stakeholders should be engaged and how the will 
be engaged has an impact on the decisions that are made. Successful community 
engagement will help to craft a vision for the corridor and adjacent neighborhoods. 37 
 Since different stakeholders have different levels of time that they are able to 
commit, and different areas of expertise it is important to create varying opportunities for 
engagement. For example, local business owners along the corridor where an 
 
35 “Restructuring the commercial strip,” page 2. 
36 Urban Land Institute. Building Healthy Corridors Strategy and Resources Guide, 2016. 
37 Urban Land Institute. “Blind Spots: How Unhealthy Corridors Harm Communities and  
How to Fix Them,” 2019, page 43. 
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improvement project is proposed could be more involved in the process than residents 
from a surrounding neighborhood. Figure 21, below, lists types of stakeholder groups, 
their role in the planning process, and potential stakeholders that might be in each group.  
 The ULI also provides an example agenda for a corridor workshop.38 The agenda 
suggests starting the workshop with a walking tour of the corridor to allow the 
community to get familiar with the corridor from the perspective of a pedestrian. Another 
suggested activity is small group discussions about defining a successful corridor, and 
then identifying strengths and barriers in the community to creating a successful corridor. 
The agenda suggests several other exercises that help the community identify issues and 
challenges, then concludes with a recommendation to create an action plan and next steps 
for the project.   
 Not only is it important for community engagement to occur at the beginning of a 
corridor improvement project, but continued engagement throughout the duration of the 
process can lead to a successful corridor improvement project. Reporting back to 
stakeholders along the way allows for a system of checks and balances so that both city 







38 “Blind Spots,” page 43 
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Figure 21: Table of potential stakeholders  
Stakeholder 
Group 
Role Potential Stakeholders 
Government 
Authorities 
Provide, interpret, and 
present data to address 
community concerns 
• Public health and recreation departments 
• Transportation and public works agencies 
and operators  
• Safe Routes to School coordinators  
• Planning, zoning, and historic preservation 
departments  
• Environmental justice divisions 
• Police and emergency services 
• Public officials and representatives  
Community 
Groups 
Leverage their knowledge, 
skills, and experience to 
ensure the project has a 
context-sensitive approach 
• Community-based organizations (CBOs) 
o Cultural, ethnic, faith-based, and arts 
associations 
o Labor groups (unions, professional 
associations) 
o Parent, student, youth, and senior 
groups 
o Disability groups 
o Gender-based associations (women, 
LGBTQ) 
o Advocacy groups (health, 
environmental, transport, social, safety) 
• Researchers and academics 
• Residential groups (homeowner 
associations, neighborhood advisory 
groups, and community garden spaces) 
Business and 
Industry 
Provide perspectives on 
how their business, 
livelihood, property value, 
or cost of living may be 
affected 
• Local businesses, industries, developers, 
and landowners 
• Anchor institutions such as hospitals, 
schools, universities or major employers  
• Tourism bureaus 
• Local food chain suppliers and preparers 
Media Inform the public about the 
project; reach different 
linguistic, ethnic, industry, 
age, and interest groups 
• Radio 
• Newspapers and magazines 
• Television 
• Community kiosks and message boards 
• Social media  
Financial 
Institutions  
Fund and evaluate the 
feasibility of the project 
• Banks (community banks, credit unions, 
and conventional banks) 
• Insurance companies and foundations 
involved in the delivery of the project 
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COMPLETE STREETS 
Commercial corridor improvement projects are typically initiated by cities in areas 
with high vacancies, underperforming tenants, and deteriorating buildings.39 Projects are 
also initiated in areas that have social problems, lack of pedestrian amenities, and poor 
streetscape conditions.40 Research shows that a Complete Streets approach could provide 
solutions for many issues commercial corridors face. Complete Streets refers to a specific 
transportation and planning policy approach that requires roadways to be planned, 
designed, and maintained in a way that enables convenient, comfortable, and safe travel 
for all users, no matter what mode of transportation they use. Ultimately the hope is that 
Complete Streets improve quality of life for people using transportation networks. 
Cities with Complete Streets policies design streets to accommodate pedestrians, 
motorists, cyclists, and public transit for users of all ages and abilities. The way Complete 
Streets look differs from community to community since it a policy guideline, not a design 
guideline. However, may design elements are common across cities with Complete Streets. 
These elements may include streetlights at pedestrian level, wide sidewalks, dedicated 
lanes for transit and/or cyclists, refuge islands for pedestrians, clear signage, street trees, 
green infrastructure, and/or street furniture. 41 
 
39 Ibid, page 1. 
40 Michael D. Beyard, Michael Pawlukiewicz, and Alex Bond. Ten Principles for Rebuilding 
Neighborhood Retail (2003), page iv 
. 
41 Smart Growth America. “Safer Streets Stronger Economies: Complete Streets project  
outcomes from across the country,” 2016, page iv. 
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 While all of the possible design elements may make it seem like it is expensive for 
cities to implement a Complete Streets approach to corridors, the approach can often be 
integrated with existing plans and policies. City leaders and transportation officials know 
how important it is to get “the most out of every dollar” especially in times when funding 
is tight, and studies show that Complete Streets projects can help cities get the most out of 
their spending.42  
Complete Streets projects can range from complete overhauls or reconstruction, to 
minor improvements within city rights-of-way. A survey of 37 Complete Streets projects 
by Smart Growth of America revealed that streetscape improvements are often constructed 
within existing rights-of-way, so cities are able to keep costs relatively low; the average 
project in the study cost $2,100,000  rather than the estimated $9,000,000 that would be 
spent on conventional transportation improvement projects.43 While Complete Streets 
projects cost cities less than other transportation projects, they are still able to provide 
increased usage and traffic safety.44 The Federal Highway Administration estimates 
construction costs for transportation projects by the mile. On average, construction can 
range from 3.58 million dollars for a regular cost project to 12.75 million dollars for a “high 
cost” project.45 A majority of projects involved the Smart Growth of America survey cost 
less than the Federal Highway Administration’s estimate for a regular cost transportation 
project.  
 
42 Ibid, page 24. 
43 “Safer Streets, Stronger Economies,” page 16. 
44 Ibid, page v. 
45 Ibid. 
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Particularly striking are the projects achieved with a small public investment that 
yielded significant results. 46 An example from the Smart Growth of America survey report 
in Albuquerque, New Mexico was a project that converted a four-lane road to three lanes 
and added two dedicated bike lanes and on-street parking. The project only cost $67,792, 
but decreased crashes by 38 percent and injuries by 44 percent.  
 Improving commercial corridors with a Complete Streets approach can also help to 
alleviate common transportation issues. Congestion is a major issue for commercial 
corridors since they often are used to move people between downtown areas and 
employment centers to neighborhoods and retail areas. In 2007 the Texas Transportation 
Institute found that congestion accounted for loss of a $78 billion in fuel costs annually 
during traffic jams.47 That loss was an increase from around $50 billion  only seven years 
prior. It can be assumed that the loss has only increased since. That number is staggering, 
especially considering that 28 percent of auto trips are one mile or less than one mile. 48 
People use their vehicles for trips that could easily be made by walking, bicycling, or taking 
public transit. A Complete Streets approach encourages streets to be multimodal. 
Multimodal corridors are beneficial both to drives and non-drivers because it allows people 
to make a choice about the type of transportation they will use based on their destination. 
49 Multimodal corridors are also important because they allow a larger population to travel 
without a car. Almost one third of the population in the United States is “transportation 
 
46 Ibid, page 16. 
47 Ibid, page 38. 
48 Ibid. 
49 Burden, Dan and todd Litman. “America Needs Complete Streets.” Institute of  
Transportation Engineers Journal, 2011, page 36. 
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disadvantaged” meaning that basic needs that are normally accessible by taking a car are 
not accessible for some people.50 When making decisions about transportation along 
corridors, they must be aware of how decisions affect transportation equity issues.  
Certain Complete Street designs are especially valuable on multimodal corridors, 
such as refuge islands for pedestrians. Walking is one of the most common ways that 
people travel to public transit stops, however these stops are not always conveniently 
located. Even if stops are close distance-wise, “walking to them can often be 
inconvenient or even dangerous.”51 For example, a bus route may stop on one side of a 
road, but someone needing to transfer to another route on the other side of the road may 
not have a safe or convenient place to cross traffic. Pedestrians typically cross traffic 
close to transit stops regardless of whether there is a safe pedestrian crossing or not. 
Creating a pedestrian-friendly streetscape should include safe pedestrian locations and 
more frequent crossing locations.52  
 Implementing a Complete Streets approach can help cities create multimodal 
corridors that provide convenient, comfortable and safe travel for all users that improves 
the quality of life for people. Additionally, projects that take a Complete Streets approach 
often lead to higher property values, which is beneficial to the growth and economic 
 
50 “America Needs Complete Streets,” page 38. 
51 “Safer Streets, Stronger Economies,” page 15. 
52 LaPlante, John and Barbara McCann. “Complete streets, we can get there from here.” Institute of 
Transportation Engineers Journal, 2008, page 27. 
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development of cities. However, cities must be aware of how increased property values can 
create financial pressures for existing residents and businesses. 53 
SMART GROWTH 
 One impediment that cities often face when trying to improve commercial 
corridors is the existing own regulatory environment. Land development codes and 
ordinances are often decades old and reflect conventional development patterns of the 
past. Many cities are moving towards a smart growth approach, which encourages more 
sustainable development patterns that provide a higher quality of life for residents. It is 
important to note that Smart Growth is not a completely separate approach, but rather one 
that encourages other planning approaches like Complete Streets. Smart Growth in the 
U.S. is spearheaded by the Smart Growth America program, which is managed by 
Environmental Protection Agency.  
Smart Growth has ten overriding principles. The ten principles of smart growth are 
(1) mix land uses, (2) take advantage of compact design, (3) create a range of housing 
opportunities and choices, (4) create walkable neighborhoods, (5) foster distinctive, 
attractive communities with a strong sense of place, (6) preserve open space, farmland, 
natural beauty, and critical environmental areas, (7) direct development towards existing 
communities, (8) provide a variety of transportation choices, (9) make development 
decisions predictable, fair, and cost effective, and (10) encourage community and 
stakeholder collaboration in development decisions.54 These principles can be applied to 
 
53 “Safer streets, stronger economies,” page 21. 
54 Smart Growth America. “What is Smart Growth?”  
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corridor improvement projects to solve issues such as sprawl, separation of land uses, and 
car-oriented street design.55  
Many cities are attempting to modify existing land development codes and 
ordinances to encourage more complete neighborhoods. These neighborhoods should 
provide a variety of housing types and prices to respond to changing demographics.56 It 
should also be possible for people to walk to places of employment, services, and retail and 
these services should be tailored to the needs of each neighborhood. Block sizes should be 
walkable and modular in order to avoid oversized blocks and “monotonous building 
fronts.”57  
Commercial Corridors are often a result of a separation of land uses and sprawl; 
commercial zoning applied along arterials resulted in commercial development clustered 
in specific locations throughout cities. Existing regulatory framework along commercial 
corridors typically does not provide an easy way for cities to encourage these complete, 
walkable neighborhoods that are desired. Smart Growth America provides several 
solutions, ranging from modest adjustments to major modifications, that help cities address 
regulatory barriers so that they can implement Smart Growth principles.  
One solution that Smart Growth provides is transitioning from a separation of land 
uses to an allowance or requirement of mixed-use zones. While mixed-use is typically 
thought of as being vertical, within a singular development, mixed-use can also be 
 
55 “Blind Spots,” page 43. 
56 Dunham-Jones, Ellen. Retrofitting Suburbia: Urban Design Solutions for Redesigning Suburbs. Wiley: 
Hoboken, 2011, page 4.   
57 Ibid. 
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horizontal, allowing a mix of land uses along a streetscape.58 Allowing for a mix of uses 
along commercial corridors could reduce vehicle miles travelled, encourage use of transit, 
provide a variety of housing, and result in more compact development.  
Another solution that Smart Growth encourages is the modernization of street 
standards. Existing street standards are highly uniform and rely mostly on traffic capacity. 
The design of streets should be focused on more than just traffic capacity. Streets influence 
“the character, value, and use of abutting properties, as well as the health and vitality of 
surrounding neighborhoods.” 59 The design determines whether or not people are able to 
walk or cycle to local employment centers and businesses, and whether or not the street 
will be aesthetically pleasing or “stark and utilitarian.” 60 Context-Sensitive Solutions 
(CSS) and Complete Streets principles are recommended to modernize street standards. 
CSS are solutions recommend that arterial and collector roads are designed in a way that 
fits the character of surrounding neighborhoods, and that roads should be an appropriate 
width with appropriate vehicular speeds.61 Complete Streets are addressed in the previous 
section of this report. 
TACTICAL URBANISM 
Commercial corridor improvements do not have to be completed simultaneously, 
nor do they have to be permanent. An emerging movement in planning called tactical 
 
58 Smart Growth America. “Essential Smart Growth Fixes for Urban and Suburban Zoning Codes,” 2009, 
page 5. 
59 Ibid, page 22. 
60 Ibid page 22 
61 Ibid, page 23. 
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urbanism is a grassroots movement to provide solutions to urban problems. Cities may not 
necessarily need to employ the same methods and practices that have come out of the 
tactical urbanism movement, but general concepts could be applied to commercial corridor 
improvements. Cities have an opportunity to implement low-cost, short-term 
improvements that could lead to long-term change. Inexpensive, flexible solutions can be 
observed, measured, and adjusted before moving forward with more permanent solutions.62 
Improvements that are inspired by tactical urbanism are a way for cities to test long term 
planning efforts.63  
One well-known example of tactical urbanism is PARK(ing) Day. Developed in 
2004 by Rebar, an interdisciplinary design studio based in San Francisco, PARK(ing) Day 
is an annual global event focused on transforming parking spaces into more usable urban 
space.64 On one day a year, parking spaces in cities across the world are turned into 
miniature parks, art exhibits, social spaces, and even public health clinics.65 While the 
installations are temporary, they are meant to start a dialogue between citizens and the 
cities they live in about long-term change. 
CONCLUSION 
Cities across the country are seeking to improve commercial corridors so that can 
enhance the aesthetic aspects of the community and so that commercial corridors may 
 
62 Lydon, Mike and Anthony Garcia. Tactical Urbanism: Short Term Action – Long Term Change. Island 
Press: Washington, D.C, 2015, page 2.  
63 Ibid. 
64 Rebar. “The PARK(ing) Day Manual: A Prier on User-Generated Urbanism and Temporary Tactics for 
Improving the Public Realm,” 2011. 
65 Ibid. 
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continue to be of economic value to cities. Even though economic development is often 
one of the main reasons for improving commercial corridors, cities need to consider how 
improvements to commercial corridors can better serve the community and make them into 
safer, more vibrant places.” 66 
The literature indicates that cities face several challenges when establishing and 
implementing commercial corridor improvement projects. When commercial corridors 
were constructed decades ago, they reflected conventional suburban development patterns. 
They were designed to be auto-centric and included developments such as commercial 
retail strip centers with large surface parking lots and drive-through restaurants. Because 
of this, many commercial corridors have been declining over the past few decades as they 
no longer meet the needs of the community. Commercial corridors today can be 
characterized by a lack of transit and pedestrian infrastructure, as well as poor aesthetic 
qualities and empty retail spaces.  
Improvements to address transit and pedestrian infrastructure can be extremely 
costly since cities typically prioritize function over form when designing transportation 
projects. Economic development initiatives to encourage new businesses along commercial 
corridors can also be costly. Best practices for improving commercial corridors include a 
combination of strong community engagement and incorporation of ideas from planning 
approaches such as complete streets, smart growth, and tactical urbanism. These planning 
approaches suggest physical design interventions such as traffic calming measures, 
 
66 “Blind Spots,” page 43. 
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multimodal transportation options, street trees, and pedestrian-scale design choices. The 
approaches also suggest regulatory changes such as changes in zoning or implementation 
of economic development programs. A successful corridor improvement project should 

















Chapter 5: Case Studies  
INTRODUCTION  
Research conducted for case studies was initially based on a list of cities provided 
by the City of Round Rock Planning and Development Services department that are 
typically used for benchmarking purposes. Additional case studies were identified through 
the literature review. Case studies include the Northeast Corridor Revitalization Plan for 
San Antonio, Texas, the Refresh 50/50 program in McAllen, Texas, improvements to SH-
35 in Pearland, Texas, and the Aurora Avenue Corridor Improvements project in Shoreline, 
Washington. By understanding the key challenges and the planning interventions used in 
each case study, and how they relate to the literature, solutions can be suggested for the 
Mays Street Corridor in Round Rock.  
SAN ANTONIO, TEXAS 
 
San Antonio is one of the largest cities in the United States with a population of 
almost 1,500,000 people. The city, which includes 368.8 square miles, is located in south-
central Texas, approximately 100 miles southwest of Round Rock. Although San Antonio 
is much larger than Round Rock, in terms of physical size and population, the cities both 
have large amounts of suburban sprawl, including numerous commercial corridors.  
In 2014, the City of San Antonio published the Northeast Corridor Revitalization 
Plan to address the Perrin Beitel and Nacogdoches corridors. The initiative was introduced 
by a former council member, with staff support from the city’s Department of Planning 
and Community Development Department. The focus of the revitalization initiative is to, 
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“capitalize on opportunities to activate vacant and underutilized properties, re-establish 
community-serving retail and service businesses, and improve the appearance of buildings, 
signs, and parking lots.”67  
The foundation of the Northeast Corridor Revitalization Plan is a detailed market 
and existing conditions study completed by Wendell Davis and Associates (WDA). 68 
WDA compiled information from previously adopted city plans and policies and consulted 
local agencies for additional information, such as VIA Metropolitan Transit (VIA).  
The first section of the plan summarizes the community engagement process for 
the revitalization initiative. Development of the plan was driven by a steering committee 
comprised of representatives from local businesses, financial institutions, and residents. 69 
The committee was formed at the beginning of plan development to lead planning and 
implementation efforts, and represents a larger community interested in improving the 
Northeast Corridor. The steering committee worked closely with the Northeast 
Neighborhood Alliance to ensure that the city continues to grow partnerships with business 
owners and property owners in the area. The city provided several other options for 
community engagement, including online surveys, one-on-one interviews, presentations to 
small groups, and larger community meetings.70 Outcomes of these surveys, interviews, 
and meetings were not provided in the plan or report.  
 
67 Ibid. 
68 Northeast Corridor Revitalization Plan. San Antonio, Texas, 2014, page 4. 
69 Ibid, page 9. 
70 Ibid. 
 53 
The second section of the plan comprises of an assessment of the Northeast 
Corridor area, which includes the information that WDA compiled for a market study. 
Since the assessment is largely market-based, the information provided tends to be focused 
on demographics and characteristics of the trade area.  The market study was conducted 
based on a two-mile buffer of the corridor.71 Demographic information such as population, 
age, household size, household income, and household value were provided. Demographic 
characteristics are important in market studies because they provide valuable information 
to prospective developers and businesses looking to relocate to the area.72 An inventory of 
commercial properties was conducted, and the market study provides information about 
the condition of commercial buildings and amount of vacant lots. Within the two-mile 
study area, 98.3 percent of commercial structures were below average or well below 
average condition and over one hundred acres of vacant land were documented.73 The 
market-based section concludes with a summary of recent investment along the corridor. 
In addition to market-based information, the report also includes information about 
infrastructure, transit, and housing. Most of the corridor has two lanes of traffic in each 
direction, and a continuous middle turn lane. Rights-of-way vary from 100 to 120 feet in 
width. 74 Two VIA bus routes run along the Northeast Corridor, and VIA’s long-range 
transportation plan recommends adding Bus Rapid Transit (BRT) along the corridor to 
 
71 Ibid, page 11. 
72 Ibid. 
73 Ibid, page 16. 
74 Ibid, page 12.  
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connect to downtown San Antonio.75 A majority of housing in the study area is single-
family, owner-occupied housing, with an average housing value of 178,948 dollars.76 
The final section of the Northeast Corridor Revitalization Plan includes a strategic 
action plan with twenty-two implementation strategies. The strategies were developed as a 
result of the market study, area assessment, and public input. While all of the 
implementation strategies can be found in the plan, a few key strategies will be summarized 
in this report to highlight physical interventions and programs related to best practices that 
could be applied to other cities. Strategy D2 states, “Facilitate the redevelopment of 
identified properties and prepare for reuse through acquisition and/or public-private 
partnerships.”77 This strategy is one of the more expensive strategies that a city can 
consider, since it potentially involves purchasing properties for redevelopment. One of the 
benefits of this strategy is that it encourages the city to compile a list of all properties that 
would be ideal for redevelopment. Strategy D4 states, “Support zoning changes that are 
consistent with NEC revitalization goals including decreasing the amount of heavy 
commercial zoning and concentrating it at the major nodes…”78 This strategy takes a 
regulatory approach to corridor revitalization. Since there has low density commercial and 
industrial development spread out along the corridor, rezoning and encouraging this type 
of development in certain areas allows other uses to be developed along the corridor. 
Strategy D5 states, “Adopt uniform site and building design guidelines for the [Northeast 
 
75 Ibid, page 13. 
76 Ibid, page 14.  
77 Ibid, page 21.  
78 Ibid, page 22. 
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Corridor] that include recommendations regarding: landscaping on private property that is 
consistent with right-of-way plantings, new pad sites in front of existing shopping centers, 
signs, cross-access easements to eliminate curb cuts, gathering spaces, pedestrian 
enhancements & access to neighborhoods, other improvements that could be implemented 
with TIRZ funds, and a walkable urban village around the intersection of Thousand 
Oaks/Perrin Beitel/Nacodoches.”79 Design guidelines are a regulatory tool that can help to 
improve the function and appearance of a corridor.  
 
Figure 22: Before and after of a building in the Northeast Corridor that 
received a matching grant for façade improvements 
Finally, strategy D9 states, “Recognize those that model pride of place with a 
beautification award” of one thousand dollars.80 This strategy encourages properties to 
comply with new design guidelines that are adopted for the Northeast Corridor. This is a 
 
79 Ibid, page 22. 
80 Ibid, page 23.  
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low-cost strategy to raise community awareness of the redevelopment plan, and to 
encourage private investment along the corridor.   
These strategies are all viable options that the City of Round Rock could explore 
for the Mays Street Corridor improvements. Since the improvements on Mays Street will 
be considered a pilot project, the city may choose to hold off on high-investment projects 
until they see an initial return on any investment. The city may consider design guidelines 
as a regulatory change to encourage private investment, similar to Strategy D5 in the 
Northeast Corridor Revitalization Plan. Similar to San Antonio, Round Rock could offer 
a beautification award as a low-cost incentive to encourage investment from private 
property owners. These low-investment projects may seem insignificant, but they can be a 
catalyst for significant action and change along any commercial corridor.  
MCALLEN, TEXAS 
 
McAllen is the largest city in Hidalgo County, Texas with a population of almost 
150,000 people. The city, which includes 48.6 square miles, is located in the southernmost 
part of the state, approximately 330 miles south of Round Rock. McAllen is similar to 
Round Rock both in terms of physical size and population. Both Round Rock and McAllen 
have similar characteristics of suburban sprawl, including commercial corridors.  
In late 2019, the City of McAllen launched Refresh 50/50, which is a new façade 
grant program intended to assist with the revitalization of business corridors. The city’s 
website says that the purpose of the program is to, “stimulate physical, economic, and 
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cultural vitality of McAllen’s priority retail corridors through a matching grant program.”81 
The program is funded through the city’s Retail Development Department, which works 
directly under the city manager to promote business development in McAllen. This is an 
example of a public-private partnership to encourage investment along a corridor.  
Business owners and commercial property owners within a designated corridor in 
the city that needs funding to improve the appearance, landscaping, or lighting of their 
property are eligible to apply for a matching grand. The Refresh 50/50 program website 
outlines the areas that qualify for the façade grant by providing sections of roads between 
intersections. The program also lists projects that qualify for a grant: (1) painting or art 
projects on exterior of building, (2) repair or remove old sign and/or awnings, (3) new 
doors and windows, (4) new lighting to enhance storefront, (5) installation of permanent 
landscaping, and (6) repairs that improve storefront appearance.82  
The Refresh 50/50 program works under a reimbursement system and is considered 
a private-public partnership between the business or property owner and the city. The city 
will match projects up to 15,000 dollars, meaning that applicants can receive a significant 
discount on large-scale improvement projects, with permit fees waived. Before the city 
distributes any funding, the applicant must demonstrate to the city that they have raised 
proper funding. Business and property owners first apply for the match-funding grant 
through the city website, which then must be approved by city staff. Preliminary approval 
means that the applicant has demonstrated that proper funding has been raised, and the 
 
81 Refresh 50/50. McAllen, Texas. Accessed 1 March, 2020.  
82 Ibid. 
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applicant is allowed to begin construction. Once the project is complete, city staff must 
inspect the project to ensure it matches the work described in the application, and the 
applicant will receive final approval. Grant matching funds are reimbursed to the business 
or property owner within 30 days of final approval. Funding is available on a first-come-
first-served basis for each fiscal year.  
 Figure 23: Before and after of a building that participated in the Refresh 
50/50 program 
One interesting aspect of the Refresh 50/50 program is that information is readily 
available in both English and in Spanish. Since Texas has a large Spanish-speaking 
population, it is extremely important for cities to communicate with as much of the 
community as possible.  
Given that the Refresh 50/50 program is new, still operating in the first fiscal year 
of the program, not much information about program outcomes has been published by the 
city. Several before and after photos are available on the program’s website showing 
successful projects that applied for grant-matching. The hope is that if enough business and 
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property owners participate in the program, the aesthetic characteristics of the corridor will 
be greatly improved. This could serve as a catalyst for larger, longer-term investment from 
businesses and developers.  
A similar grant-matching program could work well in Round Rock. It encourages 
the city to partner with local business and property owners and provides an incentive for 
business and property owners to improve the aesthetic characteristics of their property. No 
matter what programs or strategies Round Rock choses to implement for the Mays Street 
Corridor, the city should strongly consider publishing information in both English and 
Spanish. Having a bilingual program could be a huge opportunity for Round Rock, 
especially since several businesses located on the Mays Street Corridor are owned or leased 
by Spanish-speaking members of the community. As the literature review showed, 
community engagement is extremely important for planning processes, and making 
resources available to a larger part of the community would give a greater opportunity for 
engagement.  
PEARLAND, TEXAS 
Pearland is a suburb located to the south of Houston, Texas with a population of 
almost 120,000 people. The city, which includes 48.2 square miles is located 
approximately 185 miles southeast of Round Rock. Pearland is similar to Round Rock both 
in terms of physical size and population. Both Round Rock and Pearland are suburbs of 
major cities in Texas, and have similar characteristics of suburban sprawl, including 
commercial corridors.  
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In 2014, the Pearland Economic Development Corporation contracted with  Ricker 
| Cunningham Real Estate Economists and Community Strategists, together with the Land 
and Transportation Planning Division of Kimley-Horn to prepare a corridor redevelopment 
strategy for SH 35.83 The plan was adopted in 2016, and later that year the city’s 
comprehensive plan was amended to include the redevelopment strategy. The SH 35 
Corridor Redevelopment Strategy focuses on a 7.2 mile segment of the state highway that 
intersects with several major roads in Pearland.84  
The first section of the report summarizes the 15-month long period of community 
engagement. An advisory committee comprised of public, private, and institutional entities 
spearheaded the project. The city provided several other options for community 
engagement, including an open house, focus group meetings, one-on-one interviews with 
stakeholders, phone calls with clients and stakeholders, and presentations to city 
leadership.85 Outcomes of the interview and meetings were not provided in the report. 
The second section of the report comprises of an assessment of existing conditions 
along the corridor. Summaries of utility infrastructure, transportation networks, natural 
resources, hazardous contaminants, school districts, parks and open space, zoning, and 
existing and future land use are all summarized within this section.86 Since the size of the 
study area was fairly large, it was broken down into six smaller segments for analysis.  
 
83 SH 35 Corridor Redevelopment Strategy. Pearland Texas, 2016, page 16. 
84 Ibid. 
85 Ibid, page 19. 
86 Ibid, page 22. 
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The third section of the report provides a brief market analysis for the study area. 
The report states that the real estate sector in general is transforming and refers to the Urban 
Land Institute’s Emerging Trends in Real Estate report from 2015. The report states that in 
the near future there will be less demand for suburban-style developments and “tract 
housing” but that developments appealing specifically to Millennials or Baby Boomers will 
be in higher demand.87 The report notes that future development should address trends in 
the real estate sector, and development should reflect the needs of the market. This section 
of the report also defines the trade area and analyzes demographics before suggesting target 
industries for future development in the area.  
The final section of the SH 35 Corridor Redevelopment Strategy establishes a 
framework plan and defines “catalyst concepts,” which are projects that have “the potential 
to have a positive economic ripple effect on properties within an area of influence.”88 While 
all of the catalyst concepts and design recommendations can be found in the report, a few 
key projects will be summarized in this report to highlight physical interventions and 
programs related to best practices that could be applied to other cities. One project included 
the planting of trees and shrubs along the corridor in medians and rights-of-way. By the 
end of the project, over 800 trees and 13,000 shrubs were planted along the corridor.89 
Another project focused on enhancing pedestrian plazas. For this project, pedestrian areas  
 
87 Ibid, page 40. 
88 Ibid, page 67.  




Figure 24: Improvements for the SH 35 corridor in Pearland including 
screening and monument feature 
were expanded and enhanced with pavers at intersections. Certain pedestrian areas were 
also upgraded to include short walls with plantings and seating.90 An additional project 
called for the installation of monument signs at entrances to the corridor. The purpose of 
monument signs is to create a coherent wayfinding system along the corridor, an element 
of public art, and a recognizable brand for the city. Finally, there was a project involving 
planting trees in easement areas along the corridor. The city partner with local business and 






91 Ibid, page 70. 
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Figure 25: Tree plantings in landscape easements  
These projects are all viable options that the City of Round Rock could explore for 
the Mays Street Corridor improvements. While the SH Corridor Redevelopment Strategy 
includes larger-scale projects along a longer stretch of roadway, several of the main ideas 
could be applied in Round Rock at an appropriate scale. Two of the projects in Pearland 
were focused on adding street trees and other plantings. Many cities, including Round 
Rock, have not invested in street trees and plantings due to lack of right-of-way. However, 
Pearland has provided a unique solution for this issue with landscaping easements. These 
types of easements allow cities to add landscaping behind the right-of-way. In Round Rock, 
this could work really well behind the Renaissance Center or other commercial strip centers 
along the Mays Street Corridor. Adding pavers, seating, and other design features for 
pedestrians would also be another project that Round Rock could implement within 
existing rights-of-way, especially at the three major intersections along the Mays Street 
Corridor. Finally, adding a monument feature at the beginning of the intersection, in a 
similar style to the existing monument sign at the Mays Street railroad bridge, would help 




 Shoreline is a small suburb located nine miles north of Seattle, Washington, with a 
population of approximately 56,000 people. The Aurora Corridor in Shoreline was 
identified while conducting the literature review for this report, in Shifting Suburbs: 
Reinventing Infrastructure for Compact Development which was a document published by 
the Urban Land Institute (ULI). The corridor had several similarities to the Mays Street 
Corridor in Round Rock, so it was selected as an additional case study outside of Texas. 
Additional information about the corridor project was gathered from the City of Shoreline 
website.  
The ULI report described the Aurora Corridor as a “highly congested, complicated” 
arterial road.92 The corridor was originally comprised of four travel lanes and a singular 
turn lane, which carried 40,000 vehicles daily.93 The city of Shoreline first considered 
improving  the Aurora Corridor in 1999 to increase traffic safety, enhance aesthetics and 
support economic growth. The project was completed in 2017, with a total cost of 140 
million dollars.94 One of the overarching strategies for the project was to encourage private 
investment, rather than relying completely on investment from the public sector. 
Techniques such as lowering permitting fees, increasing the efficiency of the development 
approval process, and changing zoning were used throughout the duration of the project.95  
Corridor improvement projects are not just about the physical changes that are made to the 
 
92 Shifting Suburbs, page 16. 
93 Ibid. 
94 “Aurora Corridor Project Completed.” City of Shoreline, Washington. Accessed 1 March,  
2020. 
95 Shifting Suburbs, page 19. 
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streetscape, but also about the programs and incentives that encourage the community to 
invest in the project. 
 
Figure 26: Aurora Corridor before and after  
The City of Round Rock has similar goals to the City of Shoreline for corridor 
improvements, which seem to be common goals across most suburban communities. While 
the Mays Street Corridor has about half of the vehicular traffic that the Aurora Corridor 
has, congestion continues to increase as the population grows. Because of this, Round Rock 
should look at slightly larger projects in order to proactively address growth on corridors 
like Mays Street.  
CONCLUSION 
 These case studies indicate that cities use many of the same planning processes 
when implementing commercial corridor improvement projects. Most of the case studies 
were initiated as a result of city economic development initiatives and included market 
studies. Public input was important to each of the cases, especially in creating a vision for 
the corridors mentioned.    
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 For commercial corridor improvements, there are both physical design 
interventions that cities can implement as well as regulatory or program-based 
interventions. There were varying levels of investment from both the public and private 
sector. Smaller-investment projects are often intended to be catalysts to encourage greater 
private investment. The case studies provided a foundation of implementation strategies 
that Round Rock should consider for the Mays Street Corridor. Recommendations are 


















Chapter 6: Outcome and Future Recommendations 
OUTCOME 
The Mays Street Corridor improvement project was an idea that came directly from 
the City Council’s strategic plan and the City Manager’s office. Following the an initial 
economic development study for Round Rock, the City Council tasked the newly 
established Community Development Division (Community Development) of Planning 
and Development Services to explore options to address declining commercial centers.  
 This project was likely led by Community Development since they are located in 
City Hall, while the rest of Planning and Development Services is located in a separate 
building. Community Development may receive projects directly from the City Manager’s 
office, rather that projects being assigned to the Planning and Development Services 
Department as a whole. The department needs more internal coordination on projects like 
this that impact land use and long-range planning issues in the city.  
Since the end of 2019, the Community Development has researched ways to 
enhance older commercial areas in Round Rock through façade improvements and/or 
corridor improvements and chose the Mays Street Corridor as a pilot. The Transportation 
Department and the Utilities and Environmental Services Department have been involved 
with the project thus far. The Transportation Department stated that when improvements 
are made to the Mays Street Corridor that they would install new equipment at the Logan 
Street and Mays Street intersection. They also stated that once improvements were 
complete, they would resurface the street. The Utilities and Environmental Services 
Department would also be able to do any necessary upgrades during construction. This 
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communication between departments, while somewhat minimal, ensures that the city will 
be able to accomplish several goals at one time and save money in the long run.  
 The city contracted with private consulting firm Studio 16:19, a planning and 
design firm based in Round Rock to develop a list of potential designs for the Mays Street 
Corridor. The report, called “City of Round Rock South Mays Gateway Enhancements” 
identified three tiers of design choices with associated costs. Tier 1 choices are the least 
expensive, Tier 2 choices have mid-level costs, and Tier 3 choices are the most expensive. 
The City manager decided that a certain amount of money would be allocated to the project, 
and Community Development worked with the consultant to determine which 
improvements would be made based on funding. As of Fall 2019, improvements were 
narrowed down to seven items from Tier 1: (1) improvements to bus stops with increased 
signage and shade structures, (2) screen ground mounted utilities with art and plantings, 
(3) dumpster screening with masonry enclosures or other landscaping materials, (4) 
replacement of blighted wood and chain link fences within rights-of-way, (5) remove 
damaged trees under power lines, (6) improvements to service area at Renaissance Square 
including a screen wall and plantings, (7) new compact/shade trees for under lines in rights-
of-way. Improvements also include two items from Tier 2: (1) public art installations 
scattered along the Mays Street Corridor and (2) construction of limestone columns that 
mimic the limestone columns at the Mays Street railroad bridge and the bridge crossing 
Brushy Creek. Once a contract is signed, implementation of the nine improvements to the 
Mays Street Corridor is expected to begin in 2021. Overall, the consultant stated that this 
is a three-to-four-year project from initial concept to ground breaking. 
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RECOMMENDATIONS  
Based on the literature review and case studies, there are several strategies that the 
City of Round Rock should consider for the Mays Street Corridor. These strategies are 
divided into four categories: physical design interventions, regulatory changes, programs, 
and other. Since work commenced on the Mays Street Corridor at the time this report was 
written, recommendations provided are all things that were not addressed in the plan from 
the consultant. The recommendations provided are intended to be recommendations for 
future improvements to the Mays Street Corridor, and for future corridor improvement 
projects that the City of Round Rock may undertake in the future.  
Physical Design Interventions 
• Add bicycle infrastructure along the Mays Street Corridor. This could be as 
simple as painting the road and adding signage or could be as involved as adding 
bike lanes with a protective barrier.  
• Complete the sidewalk network to ensure safe pedestrian travel on both sides of 
Mays Street. Acquire any rights-of-way necessary to do so.  
• Consider replacing the center turn lane with a planted median. This would act as a 
traffic calming measure, a refuge for pedestrians crossing mid-block, and could 
provide additional space from the right-of-way needed to construct bicycle 
infrastructure.  
• Plant trees and shrubs along corridors to provide shade for pedestrians, and 
screening for the unattractive rears of businesses facing Mays Street.  
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• Improve bus stops to include seating, shade, and trash receptacles per the city’s 
2015 Transit Master Plan.  
• Construct pedestrian-level street lighting.  
• For more expensive projects, consider tactical urbanism techniques as a low-cost 
alternative. This could mean adding traffic cones to create a temporary bike lane 
for a day, or asking local artists to paint utility boxes as a low-cost version of 
public art.  
Regulatory Changes 
• Consider adopting a Complete Streets approach city-wide, with the Mays Street 
Corridor as a pilot.  
• Consider a zoning overlay district for the Mays Street Corridor with design 
guidelines. If successful, apply zoning overlay over other corridors. 
• In areas where it is not possible to acquire additional rights-of-way, explore 
landscape easements. 
• Explore options to address dual-frontage properties on Mays Street. This could be 
addressed by design guidelines.  




• Establish a plan to collect public input for corridor improvement projects. This 
could include a steering committee, online surveys, interviews, or other common 
methods for collecting public input.  
• Encourage to partner with the Chamber of Commerce for commercial corridor 
improvement projects.  
• Consider a grant-matching program to encourage business and property owners to 
improve the facades of businesses along Mays Street.  
• Ensure publications and public engagement is available in both English and 
Spanish. 
• Identify ways to retain local businesses in the case that property values see a 
significant increase as a result of improvements.  
Other  
• Coordination between the Community Development and the Long-Range Planning 
Divisions of Planning and Development Services.  
• Coordination between Planning and Development Services and the Transportation, 
Parks and Recreation, and Utilities and Environmental Services Departments.  
• Coordination with the Round Rock Chamber of Commerce. 
• Consider special planning projects as they relate to both short- and long- term 




As mentioned, the recommendations provided are intended to be recommendations 
for future improvements to the Mays Street Corridor, and for future corridor improvement 
projects that the City of Round Rock may undertake in the future. These recommendations 
address the issues and challenges identified in the SWOT analysis in Chapter 3 of this 
report. The recommendations also incorporate best practices from the literature review and 

















Chapter 7: Conclusion  
CONCLUSION 
Further analysis will be needed once the project is complete to determine the 
success of the improvements. Community engagement will be necessary for any future 
commercial corridor improvement projects. Round Rock needs to give the community an 
opportunity to comment on perceived successes and disappointments of improvements on 
the Mays Street corridor before improving other corridors. If this pilot project is successful, 
the same principles can be applied to northern portions of the Mays Street Corridor, and 
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